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1
AERODYNAMIC DRAG REDUCTION
SYSTEM

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application claims the benefit of U.S. Provisional
Application No. 61/557,967, filed Nov. 10, 2011, which is
incorporated in its entirety herein by reference.

BACKGROUND OF THE INVENTION

1. Field of the Invention

This application relates generally to the reduction of aero-
dynamic drag experienced by a vehicle and, more specifi-
cally, to a system for managing the flow of air about a portion
of an over-the-road vehicle to reduce the aerodynamic drag
experienced by such a vehicle while underway and improve
fuel economy.

2. Description of Related Art

Over-the-road vehicles such as a semi-truck, box truck,
intermodal freight vehicle, and other commercial vehicles
typically include a tractor that tows a trailer or otherwise
transports a cargo hauler. The tractor is a large vehicle engi-
neered for towing power and durability. As such, conven-
tional tractors typically have a large surface area on which
drag forces act while the tractor is underway, causing the
tractor to experience poor fuel economy, which contributes
significantly to the cost of transporting freight from one loca-
tion to another.

The fuel economy of the tractor further affected by aero-
dynamic drag is worsened when towing a trailer or otherwise
transporting cargo. The rear wheels and suspension assembly
of commercial vehicles, which can be located adjacent to a
tail end of a trailer are often spaced far enough apart from the
tractor that air can enter the space beneath the trailer from
each side. This air contacts the rear wheels and suspension
system and further contributes to the overall aerodynamic
drag experienced by the vehicle.

BRIEF SUMMARY OF THE INVENTION

According to one aspect, the subject application involves
an aerodynamic drag reduction apparatus for reducing aero-
dynamic drag on an over-the-road vehicle while underway.
The aerodynamic drag reduction system includes a frame
assembly that is adapted to cooperate with a cargo-carrying
portion of the over-the-road vehicle to couple the drag reduc-
tion apparatus to the over-the-road vehicle. A first skirt is
adapted to be supported beneath a first lateral side of the
cargo-carrying portion of the over-the-road vehicle, and a first
upper rail is provided to be coupled adjacent to an upper
region of the first skirt. The first upper rail extends longitudi-
nally along the first skirt and provides the first skirt with an
arcuate region between forward and trailing regions of the
first skirt. The arcuate region can optionally extend the entire
length of the first skirt. Similarly, a first lower rail is provided
to be coupled to the first skirt at a vertical elevation between
the first upper rail and a bottom region of the first skirt. Like
the first upper rail, the first lower rail extends longitudinally
along the first skirt.

A second skirt is adapted to be supported beneath a second
lateral side, opposite the first lateral side, of the cargo-carry-
ing portion of the over-the-road vehicle. Similar to the first
upper rail, a second upper rail that is provided to be coupled
adjacent to an upper region of the second skirt to extend
longitudinally along the second skirt and establish an arcuate
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region along the second skirt between forward and trailing
regions. A second lower rail is provided to be coupled to the
second skirt at a vertical elevation between the second upper
rail and a bottom region of the second skirt, also to extend
longitudinally along the second skirt.

According to another aspect, the subject application
involves an aerodynamic drag reduction apparatus for reduc-
ing aerodynamic drag on an over-the-road vehicle while
underway. The aerodynamic drag reduction system of the
present aspect includes a frame assembly that is adapted to
cooperate with a cargo-carrying portion of the over-the-road
vehicle to couple the drag reduction apparatus to the over-
the-road vehicle. A first skirt is provided and adapted to be
supported beneath a first lateral side of the cargo-carrying
portion of the over-the-road vehicle. A second skirt is also
provided, and is adapted to be supported beneath a second
lateral side, opposite the first lateral side, of the cargo-carry-
ing portion of the over-the-road vehicle. The spacing of the
first and second skirts establishes a space separating a leading
portion of the first and second skirts. A coupling system is
provided to couple the first and second skirts to the frame
assembly in a manner that allows thermal expansion and
contraction of the first and second skirts relative to the frame
assembly without warping of material forming an air-deflect-
ing surface of the first and second skirts to an extent that
would otherwise occur if the first and second skirts were
fixedly connected to the frame assembly.

The above summary presents a simplified summary in
order to provide a basic understanding of some aspects of the
systems and/or methods discussed herein. This summary is
not an extensive overview of the systems and/or methods
discussed herein. It is not intended to identify key/critical
elements or to delineate the scope of such systems and/or
methods. Its sole purpose is to present some concepts in a
simplified form as a prelude to the more detailed description
that is presented later.

BRIEF DESCRIPTION OF THE SEVERAL
VIEWS OF THE DRAWING(S)

The invention may take physical form in certain parts and
arrangement of parts, embodiments of which will be
described in detail in this specification and illustrated in the
accompanying drawings which form a part hereof and
wherein:

FIG. 1 shows a perspective view of an illustrative embodi-
ment of a commercial truck comprising a tractor and a trailer
to which an air drag reduction system has been coupled;

FIG. 2 is a side view of an illustrative embodiment of a
trailer to which an air drag reduction system has been
coupled;

FIG. 3 is a bottom view of the trailer shown in FIG. 2;

FIG. 41is a bottom view of an illustrative embodiment of an
intermodal trailer to which an air drag reduction system has
been coupled;

FIG. 5 is a cross-sectional view of a portion of the inter-
modal trailer taken along line 5-5 in FIG. 4, wherein a frame
member of an air drag reduction system is shown resting atop
structural beams of the intermodal trailer;

FIG. 6 is a cross sectional view of the structural beams of
the intermodal trailer shown in FIG. 4 with an alternate illus-
trative embodiment of a frame member of an air drag reduc-
tion system coupled to the structural beams;

FIG. 7a is a cross-sectional view of a portion of the trailer
taken along line 7-7 in FIG. 3, showing an illustrative embodi-
ment of a coupling mechanism aligned for installation of an
air drag reduction system on an underside of a trailer;
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FIG. 7b is a cross-sectional view of a portion of the trailer
taken along line 7-7 in FIG. 3, showing the coupling mecha-
nism installed on the underside of the trailer;

FIG. 8 is a perspective view of an illustrative embodiment
of'a skirt segment coupled to top and bottom rails that form a
portion of a frame assembly for coupling an air drag reduction
system to an underside of a trailer;

FIG. 9 is a plan view of a skirt segment adjustably coupled
to top and bottom rails forming a portion of a frame assembly
for coupling an air drag reduction system to an underside of a
trailer, wherein the skirt segment is coupled to the rails in a
manner that allows the skirt material to expand and contract
along a longitudinal axis relative to the rails without defor-
mation of the skirt material that would otherwise result from
expansion and contraction of the skirt material with a fixed
coupling;

FIG. 10a is a cross-sectional view, taken along line 10-10
in FIG. 9, of the skirt that is to be coupled to a trailer for
deflecting at least a portion of an airflow directed toward a
portion of an underside of the trailer, wherein the skirt
includes an integrally formed rib to enhance structural rigid-
ity of the skirt;

FIG. 105 is a cross-sectional view, taken along line 10-10
in FIG. 9, of the skirt that is to be coupled to a trailer for
deflecting at least a portion of an airflow directed toward a
portion of an underside of the trailer, wherein the cross sec-
tion of the skirt is somewhat triangular in shape to provide
added rigidity adjacent to a bottom portion of the skirt;

FIG. 10c is a cross-sectional view, taken along line 10-10 in
FIG. 9, of the skirt that is to be coupled to a trailer for
deflecting at least a portion of an airflow directed toward a
portion of an underside of the trailer, wherein the cross sec-
tion of the skirt is somewhat triangular in shape to provide
added rigidity adjacent to a top portion of the skirt;

FIG. 11 shows an illustrative embodiment of an arrange-
ment of a skirt provided to an air drag reduction system,
wherein an aft portion of the skirt is substantially parallel with
a longitudinal axis of a trailer to which the air drag reduction
system is coupled to establish a desired airflow relative to the
trailer;

FIG. 12 shows another arrangement of a skirt relative to a
trailer that projects a deflected portion of an airflow in a
substantially transverse direction relative to a longitudinal
axis of the trailer to which the air drag reduction system is
coupled, which is believed to promote turbulence adjacent to
an aft portion of the trailer;

FIG. 13 is an end view of a top rail within a c-shaped
bracket;

FIG. 14 is a top view of a c-shaped bracket joining ends of
a top rail provided to adjoining skirt segments;

FIG. 15 shows an alternate embodiment of a joining appa-
ratus for joining ends of a top rail provided to adjacent skirt
segments; and

FIG. 16 shows the portions of the top rail coupled together
with the joining apparatus of FIG. 15.

DETAILED DESCRIPTION OF THE INVENTION

Certain terminology is used herein for convenience only
and is not to be taken as a limitation on the present invention.
Relative language used herein is best understood with refer-
ence to the drawings, in which like numerals are used to
identify like or similar items. Further, in the drawings, certain
features may be shown in somewhat schematic form.

It is also to be noted that the phrase “at least one of”, if used
herein, followed by a plurality of members herein means one
of the members, or a combination of more than one of the
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members. For example, the phrase “at least one of a first
widget and a second widget” means in the present applica-
tion: the first widget, the second widget, or the first widget and
the second widget. Likewise, “at least one of a first widget, a
second widget and a third widget” means in the present appli-
cation: the first widget, the second widget, the third widget,
the first widget and the second widget, the first widget and the
third widget, the second widget and the third widget, or the
first widget and the second widget and the third widget.

FIG. 1 shows an illustrative embodiment of a truck 7 com-
prising a tractor 14 operatively connected to a trailer 10 that is
to be towed by the tractor 14. The embodiment of the trailer 10
appearing in FIG. 1 has a box-like enclosure 12 that is
approximately 53 ft. in length in which cargo is placed to be
transported from one location to another. Support for the
trailer’s floor is provided by structural beams 35 (FIGS. 2 and
3) that extend laterally, and substantially perpendicular to a
longitudinal axis 32 of the trailer 10, between metallic frame
members 34 that extend lengthwise along the lateral sides the
trailer 10 and are coupled to opposite ends of the structural
beams 35. Although the embodiment of the trailer 10 in FIG.
1isdescribed as a 53 ft. enclosed trailer for the sake of brevity,
it is understood that the trailer 10 can be any cargo hauling
platform, such a trailer attached to a common chassis with the
tractor (commonly referred to as a box truck), a trailer with an
intermodal chassis as shown in FIGS. 4-6, or any other cargo-
hauling trailer used in the commercial transportation of
goods.

An air drag reduction system 20 is shown coupled to an
underside of the trailer 10 in FIG. 1. The air drag reduction
system 20 includes a skirt 22 that extends longitudinally
along at least a portion of the trailer 10. The skirt 22 deflects
aportion of the airflow entering the space between the under-
side of the trailer 10 and the road surface 24 while the truck 7
is underway. At least a portion of the deflected airflow would
otherwise impinge on the rearward tire assembly 26 support-
ing the aft portion 28 of the trailer 10 above the road surface
24 if not deflected. Deflected by the skirt 22, the deflected
portion of the airflow is directed laterally-outward, beyond
externally-exposed sides of the rearward wheel assembly 26,
and passes by the trailer 10 in a direction substantially parallel
with the trailer 10 as illustrated in FIG. 11, for example.

As shown in FIG. 2, the length L. of the skirt 22, when
followed along its curvature, is approximately 20 ft.,+6
inches. The skirt 22 can optionally also include a radius of
curvature that is at least 12 inches, or much larger such as at
least 100 ft., and optionally about 120 ft. According to alter-
nate embodiments, the radius of curvature can be substan-
tially constant over the entire length of the skirt 22. However,
the length L of the skirt 22 can be any desired length that
allows the skirt 22 to be installed between a leading surface of
the forward-most tire 36 of the rearward wheel assembly 26
and the leading surface 38 of the trailer 10. Other embodi-
ments of the skirt 22 can be approximately 16 ft. in length,
formed from four skirt segments that are each approximately
4 ft. in length. It follows that the skirts approximately 20 ft.
long can be formed from five skirt segments, each approxi-
mately 4 ft. in length. According to alternate embodiments,
the length L of the skirt 22 can be sufficient to allow the skirt
22 to extend along the longitudinal axis 30 about 15 ft. to
about 21 ft., with a leading portion 42 of the skirt 22 being
recessed inwardly to extend under the trailer 10, toward a
central region of the trailer 10 as shown in FIG. 3. Thus, the
leading portions 42 of the skirts 22 arranged along opposite
lateral sides of the trailer 10 are closer to each other than other
portions of the skirts 22, such as trailing portions 40 for
example, while the air drag reduction system 20 is installed
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on the trailer 10. Accordingly, a distance separating the lead-
ing portions 42 of the skirts 22 is greater than a distance
separating the trailing portions 40. Yet other embodiments
call for the skirt 22 to extend approximately 16 ft. along the
axis 30, or approximately 20 ft. along the axis 30. Yet other
embodiments include a skirt 22 sized to extend a desired
portion along the axis 30 relative to the length of the trailer 10
(i.e., the distance between the leading surface 38 and the aft
portion 28 of the trailer 10). For instance, according to an
embodiment where the trailer 10 is approximately 53 ft. in
length, the skirt 22 can be installed to extend approximately
20 ft.,£6 inches, along the axis 30. For shorter trailers, such as
those that are approximately 40 ft. in length, the skirt 22 can
have a length of about 16 ft. followed along its curvature.

The skirt 22 can also be sized and installed on the trailer 10
to terminate at a trailing portion 40 that is separated a distance
Y ahead of the leading surface of the forward-most tire 36.
The distance Y ahead of the leading surface of the forward-
most tire 36 allows a portion of the airflow deflected laterally
outward from under the trailer to beginning moving in a
laterally inward direction, generally towards the space under
the trailer 10. As the portion of the deflected airflow begins to
move in the laterally inward direct, it can contribute to the
aerodynamic drag exerted on the trailer 10. Since the skirt 22
includes an aft region 144 (described below with reference to
FIG. 11) that terminates with a portion of the skirt 22 sub-
stantially parallel with an external side of the trailer 10, the
skirt 22 delays, but does not overshoot, the return of the
deflected portion of the airflow in the laterally-inward direc-
tion until after the deflected airflow is beyond the rearward
wheel assembly 26. It is believed the trailer 10 experiences
improved slipstream performance due to the minimization of
turbulent eddy formation behind the trailer. In other words, it
is believed that the portion of the airflow deflected by the
skirts 22 passes the externally exposed sides of the rearward
wheel assembly 26 in a bulk flow direction that is substan-
tially parallel with the side of the trailer 10. The distance Y
that the trailing portion 40 is ahead of the forward-most tire 36
is about 12 inches to about 24 inches. According to another
embodiment, the trailing portion 40 is ahead of the leading
surface of the forward-most tire 36 along the axis 30 by
approximately 18 inches while the rearward wheel assembly
26 is in the so called “California position”. The position of the
rearward wheel assembly 26 can be adjusted along the lon-
gitudinal axis 30 relative to the box-like enclosure 12, the
structural beams 35 and other stationary components of the
trailer 10. In the California position, for a tandem axle rear-
ward wheel assembly 26, the rearward wheel assembly 26 is
adjusted to position the centerline of the rearmost axle at a
location approximately 146 inches,+3.0 inches, forward
along the longitudinal axis 30 from the aft portion 28 of the
trailer 10.

Likewise, the leading portion 42 of the skirt 22, which is
located upstream of the trailing portion 40 in the airflow while
the truck 7 is underway, can be set back a distance X from the
leading surface 38 of the trailer 10. For example, the leading
portion 42 can be set back a distance X of at least about 12 ft.,
or optionally about 16 ft. to about 20 ft. from the leading
surface 38 of the trailer 10. Other embodiments call for the
leading portion 42 to be set back a distance X of about 16 ft.,
2 in. from the leading surface 38 of the trailer 10 to allow for
the portion of deflected airflow to again travel in a laterally
inward direction after passing the rearward wheel assembly
26.

As shown in FIG. 3, the underside of the trailer 10 includes
the exposed laterally-oriented structural beams 35. A frame
assembly 44 of the air drag reduction system 20 couples the
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skirt 22 to the structural beams 35. For the embodiment
shown in FIG. 3, the frame assembly 44 includes cross mem-
bers 46 that extend between the top rails 48a (FIG. 8) sup-
porting the skirt 22 on each side the air drag reduction system
20. Two sets of cross members 46 are shown in the embodi-
ment appearing in FIG. 3, with each set including a pair of
cross members 46. At least one cross member 46 from at least
one of the sets can be adjustably coupled to the top rails 48a
to allow that cross member 46 to be adjusted forward and
rearward directions along axis 30 when the air drag reduction
system 20 is supported in position under the trailer 10 for
installation. For example, the adjustable cross member 46 can
optionally be supported on a track coupled to the stationary
cross member 46 in the same set, allowing for adjustment of
the adjustable cross member relative to the other cross mem-
ber 46. According to alternate embodiments, a receiver por-
tion forming part of a fastening system 47 described below
can be adjustably coupled to one of the cross members 46 in
a manner that allows the receiver portion to be adjusted fore
and aft along the longitudinal axis 30 relative to the other
cross member 46. Regardless of the implementation, a dis-
tance between the receiver portion and a locking mechanism
allows the fastening system to cooperate with structural
beams 35 or other structural features of the trailer 10 having
different sizes, and thereby couple the drag reduction system
20 to the trailer 10.

One or more of the cross members 46 can be provided with
a fastening system 47, an example of which is illustrated in
FIGS. 7a and 7b, to secure the frame assembly 44 to the
structural beams 35 or other portion of the underside of the
trailer 10. FIGS. 7a and 75 are cross-sectional views of a pair
of cross members 46 and one of the structural beams 35 taken
along line 7-7 in FIG. 3 to illustrate a method of coupling and
removing the frame assembly 44 to and from the trailer 10.
However, each of the pairs of cross members 46 appearing in
FIG. 3 can optionally be provided with the fastening system
such as that described in FIGS. 7a and 7b. The fastening
system in FIG. 7a includes a catch portion 50 that, along with
the cross member 46, defines a generally C-shaped recess 52
that can receive a flange portion 62 of the structural beam 35.
The other cross member 46 in FIG. 7a supports a hinge 54 that
pivotally couples a clamp 56 to the cross member 46. The
clamp 56 is located adjacent to a locking device 60, which can
also be supported by the cross member 46, that is operable to
maintain the clamp 56 in a closed orientation to interfere with
opening of the clamp 56 and removal of the frame assembly
44 from the structural beam 35 or other portion of the trailer
10. According to the illustrative embodiment shown in FIGS.
7a and 7b, the locking device 60 includes a threaded member
64 that can receive a locking nut 58 threaded to be compatible
with the threaded member 64.

To install the frame assembly 44 using the embodiment of
the fastening system 47 shown in FIGS. 7a and 75, each pair
of cross members 46 can be elevated into position such that
the two opposing cross members 46 in each pair are separated
by a flange portion 62 of the structural beam 35. According to
one embodiment, the first cross member 46 in the forward
pair of cross members 46 can optionally be fixedly coupled to
the top rails 48a, thereby preventing adjustment of the first
cross member 46 relative to the top rails 484 in the forward
and rearward directions. At least one, and optionally both of
the cross members 46 in the relatively rearward pair of cross
members 46 can be adjustably coupled to the top rails 48a,
allowing the rearward pair of cross members to be reposi-
tioned as needed for installation on a trailer 10 having struc-
tural members 35 that are not equally, or conventionally
spaced. Once in position, the frame assembly 44, including
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the cross members 46, can be moved rearward (i.e., toward
the aft portion 28 of the trailer 10) in the direction of arrows
66 in FIG. 7a until the flange portion 62 is received within the
recess 52 defined between the cross member 46 and the catch
portion 50. With the flange portion 62 received within the
recess 52, the clamp 56 is pivoted in the direction of arrow 68
to contact the flange portion 70 of the structural beam 35. The
locking nut 58 is then threaded onto the threaded member 64
until it, or another intermediate structure such as a washer for
example, makes contact with the clamp 56. Once the lock nut
58 is tight, as shown in FIG. 7b, the clamp 56 prevents
forward movement of the cross members 46 relative to the
structural beam 35 as required for removal of the frame
assembly 44 from the trailer 10.

The position of the cross members 46 can optionally be
made adjustable relative to each other, or relative to another
portion of the frame assembly 44. Adjustment of one or more
of the cross members 46 forward and/or rearward allow the
frame assembly 44 to be coupled to trailers 10 having difter-
ent configurations. For example, suitable adjustment of the
cross members 46 can be provided to allow the frame assem-
bly 44 to be coupled to trailers 10 having structural beam 35
spacing from about 7 inches to about 15 inches, on center.

The frame assembly 44 can optionally be coupled to the
skirts 22 to be supported adjacent to each lateral side of the
trailer 10 before the frame assembly 44 is coupled to the
underside of the trailer 10. According to such an embodiment,
the entire air drag reduction system 20 can optionally be
installed and removed as a unit. Thus, the air drag reduction
system 20 can optionally be removed from one trailer 10 and
installed on a different trailer quickly and efficiently. Fleet
operators would not be required to permanently install an air
drag reduction system 20 onto each individual trailer, but
would be able to quickly move the air drag reduction system
20 from one trailer 10 to another.

FIG. 4 shows an illustrative embodiment of an intermodal
trailer 80 that is adapted to receive stackable shipping con-
tainers from one mode of transportation (e.g., freighter, train,
etc. . .. ) to be towed over public roads to be delivered to their
destination. The intermodal trailer 80 includes one or more, or
optionally a plurality of structural beams 82 that extend lon-
gitudinally along the longitudinal axis 30. Unlike the trailer
10 described above, the intermodal trailer 80 lacks the trans-
verse structural members 35 that extend in a widthwise direc-
tion across the trailer 10. Instead, the intermodal trailer 80
includes a forward beam 84 at aleading end 86 and a rearward
beam 88 extending laterally across an aft end 90 of the inter-
modal trailer 80. A receiver 92 is provided to each end of both
the forward and rearward beams 84, 88. Each receiver 92
receives a corner of the shipping container lowered into place
by a crane, and locks the shipping container in place until
released at a time when the shipping container is to be
removed from the intermodal trailer 80.

To couple the frame assembly 44 to the intermodal trailer
80 in the absence of the structural beams 35 discussed above,
one embodiment of the frame assembly 44 includes cross
members 94 that extend between rails 48 that support the
skirts 96. Rather than suspending the cross members 94 from
the underside of the intermodal trailer 80, the cross members
94 are adapted to rest on top of the structural beams 82
extending longitudinally along the axis 30, as shown in the
bottom view of FIG. 4 and the cross-sectional view of FIG. 5,
taken along line 5-5 in FIG. 4. The cross members 94 can
optionally include a clamp or other fastening mechanism to
secure the frame assembly 44 in place, the cross members 94
can optionally be urged against the structural beams 82 by the
force of gravity, the cross members 94 can optionally be
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maintained in place between the structural beams 82 and a
shipping container supported by the intermodal trailer 80, any
combination thereof, and the like.

FIG. 6 shows an alternate embodiment of a cross member
100 suspended from the structural beams 82 along an under-
side of the intermodal trailer 80. The embodiment shown in
FIG. 6 is a permanent installation, as opposed to the remov-
able installation shown in FIGS. 4 and 5. In FIG. 6, a central
portion of the cross member 100 is releasably-coupled to an
underside of each of the structural beams 82 using a fastening
system 101 similar to that described above with reference to
FIGS. 7a and 75b. Briefly, catch portions 105 are elevated up
to, and slid over a flange portion 107 of each of the structural
beams 82 by moving the cross member 100 in the direction of
arrow 109 for the embodiment in FIG. 6. Once the catch
portions 105 are properly positioned over the flange portions
107, aclamp 111 and locking device 121 are secured over the
opposite flange portions 125, thereby securing the cross
member 100 in place. Elevated arm portions 104 are approxi-
mately equal in elevation to the top of the structural beams 82.
Gussets 106 brace the elevated arm portions, which cooperate
with the rails 48 discussed below to support the skirts 96
adjacent to the lateral sides of the intermodal trailer 80.

FIG. 8 shows an illustrative embodiment of a skirt segment
110 that can be coupled adjacent to an end of the cross
members 46, 94 to, along with additional skirt segments 110,
collectively form the skirts 22, 96. Each skirt segment 110 is
coupledto at least atop rail 48a ofthe frame assembly 44. The
top rail 48a can be formed from 1 inch square metal tubing,
and is supported adjacent to the end of the cross members 46,
and can have an arcuate region, or be generally arcuate in
shape over its entire length to establish the desired radius of
curvature of the material forming the air deflecting surface
while that material is coupled to the top rail 48a and/or bottom
rail 485 as described herein. Other embodiments of the top
rail 48a can be formed from any suitably-rigid material, in
any desired cross-sectional shape to maintain the shape of an
arcuate region of the skirt when coupled to the top rail 48a.
The embodiment of the skirt segment 110 shown in FIG. 8 can
be releasably coupled to the underside of the trailer 10 with a
suitable fastening system, such as that described with refer-
ence to FIGS. 7a and 7b, provided directly to the top rail 48a
instead of the cross members 46. As such, the top rail 48a is
provided with a plurality of apertures 112 for receiving a
catch portion 50 and locking device 60 at a plurality of loca-
tions along the top rail 48a to accommodate trailers 10 with
different structural beam 35 spacing. The catch portion 50 and
locking device 60 can be at least partially received within the
apertures 112 to be aligned with the desired structural beam
35 to be used to secure the skirt segment 110 to the structural
beams 35 of the trailer 10. By forming a plurality of apertures
112 in the top rail 48a, such as at one (1) inch intervals or other
suitable spacing, the top rail 48a can be made compatible with
a plurality of differently-configured trailers.

The embodiment shown in FIG. 8 also includes a bottom
rail 485. The bottom rail 485, like the top rail 48a, can be
formed from square metal tubing, but can optionally be
formed with smaller dimensions to save on material costs. For
instance, the bottom rail 485 can optionally be formed from %4
inch metal tubing. Like the top rail 48a, alternate embodi-
ments of the bottom rail 4856 can formed from any suitably-
rigid material that will maintain its arcuate shape and provide
structural support to a mid region of the skirt segment 110 to
which it is coupled. Thus, while the truck 7 is underway, the
structural support provided by the bottom rail 484 to the mid
region of the skirt segment 110 is sufficient to allow the skirt
segment 110, as a whole, to withstand the force imparted
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thereon by the airflow being deflected and maintain its arcuate
shape. The bottom rail 485 can be elevated a height H from the
lowermost, or bottom region 49 of the material forming the air
deflecting surface of the skirt segment 110. Thus, the bottom
rail 48b is disposed at a vertical elevation, while the skirt
segment 110 is installed on the trailer 10, at a mid region of the
material forming the air-deflecting surface of the skirt seg-
ment 110 between the top rail 48 and the bottom region 49.
The height H can be chosen as any value that provides
adequate support to the bottom region 49 of the material
forming the air-deflecting surface of the skirt segment 110,
and prevents the bottom region 49 from bending inward,
under the trailer 10 to an extent that the bottom region 49
approaches an orientation parallel with the road surface (or
underside of'the trailer 10). Although minimal bending of the
bottom region 49 is tolerable, the height H can be chosen to
allow the material forming the air-deflecting surface of the
skirt segment 110 to maintain substantially the same shape as
when not exposed to the airflow being deflected, and substan-
tially-vertical orientation when subjected to the airflow being
deflected while the truck 7 is underway, even at highway
speeds. In other words, the height H can be chosen such that
the shape of the material forming the air-deflecting surface of
the skirt segment 110 is substantially the same when the truck
7 is underway as when the truck is stationary. For example,
the height H can be any value such as approximately half the
vertical height of the material forming the air-deflecting sur-
face of the skirt segment 110. According to alternate embodi-
ments, the height H can be at least ten (10 in.) inches, or at
least twelve (12 in.) inches, or at least sixteen (16 in.) inches,
orat least twenty (20 in.) inches. Elevating the bottomrail 485
in this manner allows the bottom region 49 to deform if the
bottom region 49 makes contact with a foreign object such as
the road surface, railroad tracks over which the truck 7 is
traveling, or other object, for example, without permanently
deforming the material forming the air-deflecting surface of
the skirt segment 110 or otherwise damaging the air drag
reduction system 20.

The bottom rail 485 is supported by a brace 116 that
extends at an approximate 45° or other suitable angle from
horizontal to the structural beam 35, to which it is coupled
using a reversible beam clamp, and the like. The length of the
brace 116 can be selected along with the angle from horizon-
tal to position a connector portion 51 that is to be coupled to
the beam 35 at approximately the same vertical elevation as
anupper surface 55 of the top rail 48a. The embodiment of the
skirt segment 110 shown in FIG. 8 includes a single brace 116
extending from the bottom rail 485, but alternate embodi-
ments can include a plurality of braces 116 extending from
the bottom rail 48b of at least one, or optionally each skirt
segment 110. Yet other embodiments can include a different
number of braces 116 extending from the bottom rail 485 of
a plurality of different skirt segments 110 included in a skirt
22. The brace 116 and bottom rail 486 combination provide
rigidity to a lower region of the skirt segment 110 that resists
forces imparted thereon by the airflow while the truck 7 is
underway. The brace 116 can optionally be formed of a sub-
stantially rigid metal, metal alloy, plastic or synthetic com-
position, or a combination thereof. The brace 116 can be
formed of a material having suitable rigidity and strength to
prevent, or at least minimize deflection of the brace 116, even
when the lower region 49 of the material forming the air-
deflecting surface of the skirt segment 110 makes contact
with a foreign object. The brace 116 can optionally be formed
to have a cross-sectional shape that is substantially I, H or L.
shaped to further resist bending or other deflection of the
brace 116. Instead of damaging the brace 116, such contact
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between the lower region 49 and the foreign object causes the
lower region 49 to substantially-elastically deform to avoid
damaging the rest of the air drag reduction system 20. For
embodiments where the skirt 22 is formed from a plurality of
skirt segments 110, damage to any of the skirt segments 110
can be addressed by replacing only the damaged skirt seg-
ments 110, but leaving the undamaged skirt segments 110.
FIG. 9 shows an alternate embodiment of the skirt segment
110. As shown, the skirt segment 110 includes a plurality of
elongated, and optionally ovular-shaped apertures 118 that
are to receive a post 120, bolt or other suitable member
extending from the top and/or bottom rail 48a, 485, shown
using hidden lines in FIG. 9. Each post 120 can include an
enlarged head that does not fit through the aperture 118
through which the post 120 extends. The end of the post 120
extending through the aperture 118 can cooperate with the top
and/or bottom rail 48a, 485, and optionally a compatible
fastener such as a nut, pin, head or the like, to interfere with
removal of the post 120 from the aperture 118. The dimen-
sions of the apertures 118 are suitable to permit relative move-
ment of the skirt segment 110 relative to the posts 120 in a
longitudinal direction of the apertures 118, thereby allowing
the material forming the air-deflecting surface of the skirt
segment 110 to move relative to the top and/or bottom rails
48a, 48b. Allowing movement of the skirt segment 110 rela-
tive to the top and/or bottom rails 48a, 485 in the longitudinal
direction enables materials susceptible to high levels of ther-
mal expansion to be used for the skirt segments 110 without
causing such materials to warp or otherwise deform to the
extent that would occur if the skirt segments 110 were fixedly
secured to the top and/or bottom rails 48a, 485. For example,
materials such as ultra-high-molecular-weight polyethylene
(e.g., having a molecular weight within a range of approxi-
mately 2 million to approximately 6 million) can be used as
the material forming an air-deflecting surface of the skirt
segments 110 despite the susceptibility of that material to
thermal expansion. An ultra-high-molecular-weight polyeth-
ylene air-deflecting surface is an example of a material avail-
able for use due to the presence of the apertures 118 without
the consequences resulting from thermal expansion that may
result from a fixed connection between the material forming
the air-deflecting surface and the rails 484, 485. According to
other embodiments, the apertures 118 can allow the use of a
combination of materials having a substantial difference
between their respective coefficients of linear thermal expan-
sion (o). For instance, the rails 48a, 485 can optionally be
formed from aluminum, having a coefficient (o) of approxi-
mately 12.3x107%in./(in.x° F.), and the skirt material coupled
to the rails 484, 485 can optionally be formed from polyvinyl
chloride, which has a coefficient (a) of approximately
28x107%in./(in.x°F.). Generally, the coefficient of linear ther-
mal expansion (o) of one of the material coupled to the rails
48a, 485 and the rails 48a, 48b themselves is at least about one
and a half (1.5x) times (i.e., at least 150%) the coefficient of
linear thermal expansion (ct) of the other. In other words, the
coefficient of linear thermal expansion (o) of the material
coupled to the rails 48a, 485 can be at least one and a half
(1.5x) times, or 150% greater than the coefficient of linear
thermal expansion () of the rails 48a, 485, or vice versa.
The apertures 118 are elongated substantially parallel with
a length (e.g., the longer dimension) of the material forming
the air deflecting surface of the skirt segment 110 because the
length of the material in this direction can result in substantial
expansion and/or contraction relative to any such expansion
and/or contraction that occurs in the height direction (e.g.,
vertical in FIGS. 8 and 9). The apertures 118 can be suffi-
ciently long to accommodate a full range of expansion and/or
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contraction differences between the material forming an air-
deflecting surface of the skirt segments 110 relative to the
rails 48a, 485 or other frame structure to which the material is
coupled, optionally over a range of temperatures in which the
air drag reduction system 20 is expected to be used. For
instance, the apertures 118 can be suitably long to accommo-
date expansion and/or contraction differences over a tempera-
ture range from about —100° F. to about 140° F.

According to alternate embodiments, instead of forming
elongated apertures 118 in the material forming the air-de-
flecting surface of the skirt segments 110 and extending a post
there through, a plurality of posts can be fixed to, and project
from fixed locations on the material forming the air-deflecting
surface of the skirt segments 110. Such posts can optionally
extend through an elongated aperture formed in the top and or
bottom rails 48a, 485b. Just as for the previous embodiment,
thermal expansion and contraction of the material forming
the air-deflecting surface of the skirt segments 110 causes the
posts to travel along the length of the elongated apertures,
thereby avoiding warping of the material that would other-
wise occur if the material was fixedly connected to the rails
484, 48b.

The skirt segments 110 in FIGS. 8 and 9 can have dimen-
sions that allow skirt segments 110, all of the same dimen-
sions, to be assembled to collectively form different-sizes of
skirts 22, 96. For example, the skirt segment 110 can be
approximately 4 ft. in length. As shown in FIG. 3, five skirt
segments 110 are assembled to form the skirts 22 having a
length of approximately 20 ft., which is suitable for use on a
53 ft. trailer 10. Likewise, FIG. 4 shows four skirt segments
110 arranged together to form a skirt 96 having a length of
approximately 16 ft., which is suitable for use with the alter-
nate trailer 80, which is less than 53 ft. in length, appearing in
FIG. 4.

The skirt segments 110 can be joined together according to
any suitable technique. An illustrative embodiment of a con-
nector for joining skirt segments 110 is shown in FIGS. 13
and 14. In FIG. 13, a portion of a plurality of skirt segments
110a, 1105 (FIG. 14), viewed on end in FIG. 13, extend into
a substantially C-shaped recess defined by a C-channel clamp
115. A fastener 117 (partially shown in hidden lines) such as
a rivot, screw, bolt, etc. . . . extends through both the clamp
115 and the skirt segments 110a, 1105, thereby interfering
with removal of the skirt segments 110a, 1105 from the clamp
115. However, it is understood that any suitable device for
joining two or more skirt segments 110 together can be used
without departing from the scope of the present invention.

An alternate embodiment for joining skirt segments 110 is
illustrated in FIGS. 15 and 16. According to such an embodi-
ment, a joining section 114 of square tube that can be at least
partially received with in the square tube of the top rail 48a is
provided with a pair of apertures 135 formed therein. For
instance, the top rail 48a of each skirt segment 110 can be
formed from 1 inch square tube, and the joining section 114
can be formed from 34 inch square tube. The ends of the top
rail 484 of each skirt segment 110 to be joined are placed over
the joining section 114 such thatapertures 137 in each top rail
48a are aligned with the apertures 135 in the joining section
114, as shown in FIG. 16. A pin, bolt or other suitable fastener
can be inserted through the aligned apertures 135, 137 to
couple the top rails 48a together.

Forming skirts 22, 96 from a plurality of modular skirt
segments 110 as shown in FIGS. 3 and 4 also allows for
replacement of a damaged skirt segment 110, rather than
replacement of an entire skirt 22, 96. Replacement of indi-
vidual skirt segments 110 instead of the entire skirts 22, 96 is
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cost efficient and allows for quick repairs compared to remov-
ing and replacing the entire skirts 22, 96.

The material selected for the skirt segments 110 can
optionally be blended with the color of choice, or otherwise
incorporate the color of choice throughout. When the material
used for the skirt segments 110 is scratched or otherwise
damaged, the color of choice is still visible and the damage
does not stand out like it would if the color of choice was
merely a surface coat and was damaged to reveal a different
color underneath.

The material used for the skirt segments 110 can also
optionally include a mark indicative of a quality of the skirts
22, 96, the skirt segments 110, or a combination thereof. For
example, the mark can be a certification mark indicating that
the skirts 22, 96 have been tested and were found to improve
fuel economy by a predetermined percentage on a test
vehicle. The mark can optionally be indelibly provided to the
skirt segment 110. For example, the mark can be integrally
molded as part of the skirt segment 110 itself. According to
alternate embodiments, the mark can optionally be
impressed, branded or otherwise permanently formed in or on
the skirt segments 110.

FIGS. 10a, 105 and 10c¢ are cross-sectional views of the
skirt segment 110 taken along line 10-10 in FIG. 9. The cross
section shown in FIG. 10q includes a rib 130 molded length-
wise along the skirt segment 110. The rib 130 provides the
skirt segment 110 with enhanced rigidity and support, possi-
bly allowing for omission of the brace 116 that offers support
to the bottom of the skirt segment 110.

The cross sections shown in FIGS. 105 and 10c¢ each
include a region 132 of added material thickness and a region
134 of lesser material thickness. In FIG. 105, the region 132
with added thickness offers enhanced rigidity and durability
to the bottom portion of the skirt segment 110. Since the top
rail 48a offers sufficient support adjacent to the top ofthe skirt
segment 110, there is less need for the added material thick-
ness in the region 134 adjacent to the top of the skirt segment
110. Likewise, for embodiments where there is less need for
the added rigidity and support adjacent to the bottom of the
skirt segment, the region 134 of lesser material thickness can
be so located, as shown in FIG. 10c. Minimizing material
thickness reduces material consumption and offers potential
cost savings.

FIG. 11 illustrates positioning of the air drag reduction
system 20 on the underside of a trailer 140, with the structural
beams 35 removed for clarity. For any of the embodiments
described herein, the skirt 142 can optionally include a region
144 adjacent to a trailing end 146 of the skirt 142 that is
substantially parallel with the side 148 of the trailer 140, the
axis 30, or both. By allowing the curvature of the skirt 142 to
reach an end in parallel with the axis 30, side of the trailer 148,
or both, a substantially laminar deflected airflow 150 is
believed to result. It is also believed that the substantially
laminar deflected airflow 150 minimizes formation of turbu-
lent eddies 152 (FIG. 12) adjacent to the aft portion 28 of the
trailer 140. In contrast, it is believed that the deflected airflow
160 produced by a non-substantially-parallel skirt 162 as
shown in FIG. 12 promotes formation of such turbulent
eddies 152, and projects water from the road surface into the
path of auto traffic.

Illustrative embodiments have been described, herein-
above. It will be apparent to those skilled in the art that the
above devices and methods may incorporate changes and
modifications without departing from the general scope of
this invention. It is intended to include all such modifications
and alterations within the scope of the present invention.
Furthermore, to the extent that the term “includes” is used
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herein, such term is intended to be inclusive in a manner
similar to the term “comprising” as “comprising” is inter-
preted when employed as a transitional word in a claim.

What is claimed is:

1. An aerodynamic drag reduction apparatus for reducing
aerodynamic drag on an over-the-road vehicle while under-
way, the aerodynamic drag reduction system comprising:

a frame assembly that is adapted to be coupled to a cargo- )

carrying portion of the over-the-road vehicle;

a first skirt adapted to be supported by the frame assembly
beneath a first lateral side of the cargo-carrying portion
of the over-the-road vehicle;

a first upper rail that is to be coupled adjacent to an upper
region of the first skirt to extend longitudinally along the
first skirt and provide the first skirt with an arcuate
region between a forward region and a trailing region of
the first skirt;

a first lower rail that is to be coupled to the first skirt at a
vertical elevation between the first upper rail and a bot-
tom region of the first skirt to extend longitudinally
along the first skirt;

a second skirt adapted to be supported by the frame assem-
bly beneath a second lateral side, opposite the first lateral
side, of the cargo-carrying portion of the over-the-road
vehicle;

a second upper rail that is to be coupled adjacent to an
upper region of the second skirt to extend longitudinally
along the second skirt and provide the second skirt with
anarcuate region between a forward region and a trailing
region of the second skirt; and

a second lower rail that is to be coupled to the second skirt
at a vertical elevation between the second upper rail and
a bottom region of the second skirt to extend longitudi-
nally along the second skirt.

2. The aerodynamic drag reduction apparatus of claim 1

further comprising:

afirstbrace that is to extend between the first lower rail and
an underside of the cargo-carrying portion; and

a second brace that is to extend between the second lower
rail and the underside of the cargo-carrying portion.

3. The aerodynamic drag reduction apparatus of claim 1,
wherein the first and second upper rails and the first and
second lower rails comprise an arcuate shape, having a radius
of curvature of at least 12 inches.

4. The aerodynamic drag reduction apparatus of claim 1,
wherein the first and second skirts each comprise a plurality
of equal-length skirt segments coupled together.

5. The aerodynamic drag reduction apparatus of claim 4,
wherein each of the first and second upper rails and each of
the first and second lower rails are formed from a plurality of
rail segments coupled together, and each of the skirt segments
comprises an upper rail segment and a lower rail segment.

6. The aerodynamic drag reduction apparatus of claim 1,
wherein the frame assembly comprises a cross member
extending between the first and second skirts, the cross mem-
ber comprising a connector for coupling the acrodynamic
drag reduction apparatus to the cargo-carrying portion of the
truck.

7. The aerodynamic drag reduction apparatus of claim 6,
wherein the connector comprises an adjustable clamp for
releasably coupling the frame assembly to the cargo-carrying
portion of the truck.

8. The aerodynamic drag reduction apparatus of claim 1,
wherein each of the first and second skirts is approximately 20
ft. long.
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9. The aerodynamic drag reduction apparatus of claim 1,
wherein each of the first and second skirts is approximately 16
ft. long.

10. An aerodynamic drag reduction apparatus for reducing
aerodynamic drag on an over-the-road vehicle while under-
way, the aerodynamic drag reduction system comprising:

a frame assembly that is adapted to be coupled to a cargo-

carrying portion of the over-the-road vehicle;

a first skirt adapted to be supported by the frame assembly
beneath a first lateral side of the cargo-carrying portion
of the over-the-road vehicle;

a second skirt adapted to be supported by the frame assem-
bly beneath a second lateral side, opposite the first lateral
side, of the cargo-carrying portion of the over-the-road
vehicle, establishing a space separating a leading portion
of the first and second skirts; and

a coupling system that is configured to couple the first and
second skirts to the frame assembly in a manner that
allows thermal expansion and contraction of the first and
second skirts relative to the frame assembly without
warping of material forming an air-deflecting surface of
the first and second skirts to an extent that would occur
if the first and second skirts were fixedly connected to
the frame assembly, wherein the first skirt and the sec-
ond skirt, while coupled to the frame assembly by the
coupling system, are expandable and contractible in a
longitudinal direction relative to the frame assembly,
wherein each of the first and second skirts is formed, at
least in part, from a material with a coefficient of linear
thermal expansion in the longitudinal direction that is
greater than a coefficient of thermal expansion of a mate-
rial used to form the frame assembly.

11. The aerodynamic drag reduction apparatus of claim 10,

wherein the coupling system comprises:

a plurality of elongated apertures formed in the material
forming the air-deflecting surface of the first and second
skirts; and

a post that extends through each of the plurality of elon-
gated apertures and at least partially through a portion of
the frame assembly to allow longitudinal adjustment of
the material forming the air-deflecting surface relative to
the frame assembly.

12. The aerodynamic drag reduction apparatus of claim 10,

wherein:

the first skirt comprises a plurality of first skirt segments
that are arranged to collectively form the first skirt, and
each of the first skirt segments comprise a plurality of
elongated apertures formed in the material forming the
air-deflecting surface of the first skirt;

the second skirt comprises a plurality of second skirt seg-
ments that are arranged to collectively form the second
skirt, and each of the second skirt segments comprise a
plurality of elongated apertures formed in the material
forming the air-deflecting surface of the second skirt;
and

the coupling system comprises a post that extends through
each of the plurality of elongated apertures and at least
partially through a portion of the frame assembly to
allow longitudinal adjustment of the material forming
the air-deflecting surface of the first and second skirt
portions relative to the frame assembly.

13. The aerodynamic drag reduction apparatus of claim 10,
wherein the material forming the air-deflecting surface of the
first and second skirts comprises polyethylene with a molecu-
lar weight within a range of approximately 2 million to
approximately 6 million.
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14. The aerodynamic drag reduction apparatus of claim 10,
wherein each of the first and second skirts comprises an
arcuate region comprising a radius of curvature of at least 12
inches.

15. The aerodynamic drag reduction apparatus of claim 10,
wherein each of the first and second skirts comprises a length
within a range from approximately 15 ft. to approximately 21
ft.

16. The aerodynamic drag reduction apparatus of claim 11,
wherein each of the elongated apertures extends a greater
extent along the longitudinal direction of the first and second
skirts than along a transverse direction of the first and second
skirts.
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